NPS Form 10-900
(382) OMB No. 1024-0018

Expires 10-31-87

United States Department of the Interior

National Park Service For NPS use only
National Register of Historic Places received MAY 2 7 |987
inventory—Nomination Form dateentered Ao g3 i

See instructions in How to Complete National Register Forms
Type all entries—complete applicable sections

1. Name
historic Sumpter Valley Railway Historic District Number of contributing features: 18
‘ (main line roadbed; 4 spur roadbeds,
and:or common Same 6 station sites, 2 mill sites, 4 items
L = OI historic rolling stock, I water tower
2- ocatlon ' Number of noncontributipe features: 2

Historic right-of-way of the Sumpter Valley Railway and
street & number igﬁ major spurs through the Blue Mountains between Bakery/got for publication

oon

A= 2 33° umr oy 5 Ot

(Nominated area does not start or end at Baker and Prairie City)

city, town Sumpter -N/Avicinity of Second Congressional District
Baker 001

state Oregon code 41 county Grant code 023

3. Classification

Category Ownership Status Present Use

_X district ___ public —_ occupied _X_ agriculture ——_ museum

—__building(s) ___ private X _ unoccupied — commercial -0 park

— structure _X both —_work in progress — educational — private residence

—_ site Public Acquisition Accessible — entertainment —religious

___ object _N/An process X _yes: restricted ___government ___ scientific

_I‘LMning considered — - yes: unrestricted — industrial — transportation
— no — military _X_other: recreation

4. Owner of Property

name see continuation sheets, item 4
street & number N/A
city, town N/ ___ vicinity of state

5. Location of Legal Description

courthouse, registry of deeds, etc.- Baker County Grant County
street & number Courthouse Courthouse

97820
city, town Baker, OR 97814 Canyon City, OR gtate

6. Representation in Existing Surveys

Statewide Inventory of Historic
title Properties has this property been determined eligible? ___yes X no

date 1982 ___federal _X state ___county ___local

depository for survey records State Historic Preservation Office, 525 Trade Street, S.E.

city, town Salem state  OR 97310




7. Description

Condition Check one Check one
———excellent deteriorated ___ unaltered _X original site

X good . © ___ruins _X_ altered ___moved date N/A
___fair — unexposed

Describe the present and original (if known) physical appearance

The linear historic district includes portions of the Sumpter Valley
Railway main line roadbed from the vicinity of McEwen, Oregon, to a point
near Austin, Oregon, and a portion of the line in the area of Dixie Pass.
Of the original 80.1 miles of main line, 39.6 miles are proposed for inclusion
in the linear district. The general condition of the proposed segments of
the main line roadbed is good, with segments in which the original ties are
still in place alternating with segments in which the surface of the roadbed
has been altered but the earthwork remains unchanged. For 6.7 miles of the
railway between McEwen and Sumpter, the roadbed has been restored to its
original condition and new rails laid for the Sumpter Valley RailroadRestora-
tion, Inc., which operates an excursion train during summer months. In
addition to the main line, the proposed district also includes portions of
four of the original seven permanent spur systems. These portions of the
railway were used for logging and constitute an integral part of the railway.
Condition of the permanent spurs is equivalent to the condition of the main
line. In addition to the main line and spur lines, six railway station sites,
and two sawmill sites are included in the nomination. The station sites at
McEwen, Larch, Whitney, Tipton, White Pine, and Dixie were developed by the
railway to serve shippers and residents along the main line. Saw mills at
White Pine and Whitney cut logs into lumber carried by the railway to the
Union Pacific at Baker for shipments throughout the United States. The
communities of McEwen, Sumpter, Whitney, and Austin--all of which lie adjacent
to the proposed district--grew up to serve the lumber, mining, and stock-
raising industries that the railway made possible in the Blue Mountains region.
The total acreage in the district is 1,223.77 acres, of which 1,201.65 are in the linear
confines, and 22,12 acres in the associated sites. Width of the district
follows the original Sumpter Valley Railway right-of-way, i.e. 100' in
patented land and 200' on Federal forest lands.

+

Contributing resources within the proposed district include the main
line roadbed; the roadbeds of the Dean Creek spur, the Trout Creek spur, the
Whitney Mill spur, and the White Pine Mill spur; the station sites at Larch,
Whitney, White Pine, Tipton, and Dixie; the mill site at Whitney, and the
mill site at White Pine. Since the proposed district is comprised of the
roadbed and the features mentioned above, there are no non-contributing
features except two non-historic buildings erected at the Dredge Depot Park site
by the Sumpter Valley Railroad Restoration, Inc.: the Dredge Depot, or excursion
passenger station, and an equipment building.

Continued



8. Significance

Period . Areas of Significance—Check and justify below

—_prehistoric ____ archeology-prehistoric ._._ community planning ____ landscape architecture______ religion

. 1400-1499 ____ archeology-historic --.— conservation —— law —-_ science

—— 1500-1599 ____ agriculture -—_ economics —_—_ literature —— sculpture

—1600-1699 ____ architecture @ ____ education -— military —__ social/

. 1700-1799 ___art ____ engineering —__ music humanitarian

_X_1800-1899 X _commerce .—. exploration/settiement ___ philosophy — theater

_X _1900- ____communications X _industry ____politics/government _X _transportation
—_.._ invention » ____ other (specify)

Specific dates 1890-1939 Builder/Architect Joseph A. West

Statement of Significance (in one paragraph)

The Sumpter Valley Railway was historically significant in the development
of the Blue Mountains region, an area of over 7,500 square miles encompassing
some of the most rugged and sparsely populated country in the Pacific Northwest.
Built between 1890 and 1910, the railway ran 80.1 miles from Baker, Oregon, to
Prairie City, Oregon, touching the communities of McEwen, Sumpter, Whitney,
Austin, and Bates enroute. During most of its period of operation from 1890
to 1947, the railway provided the only means of mechanical transportation to
these communities. Industries dependent upon the railway included logging
and lumber, gold mining, and stock raising. On the national level, the railway
is representative of the industrialization of the mountain west. Development
of the forest, range, and mineral resources of the Blue Mountains followed the
railway; as these resources dwindled, the railway and the communities it served
diminished to the point that the railway corridor contains today less than 10%
of the population it held in 1900. Historic personages associated with the
railway include its founder, David Eccles (1849-1912) of Salt Lake City, who
was one of the great capitalists of the American frontier. His son, Marriner
Eccles, worked on the railway prior to his career in national politics as
advisor to President F. D. Roosevelt and the chairman of the Federal Reserve.
The civil engineer responsible for the railway's design and construction was
Joseph A. West, a prominent railroad engineer in Salt Lake City. ' Currently,
the Sumpter Valley Railway is one of the four or five best remembered narrow
gauge railroads in the far west. Subject of a popular history that has remained
in print since 1967, the railway is noted for its longevity, the beauty of its
setting, and its association with the fabled gold mines of the Blue Mountains.

The Sumpter Valley Railway meets National Register criterion A in its
association with the broad pattern of events in the regional history of the
Pacific Northwest. It is of interest also in its association with David Eccles
and Marriner Eccles, both of whom were prominent personages on the regional
and national scenes. The period of significance has been cited as: 1890 to
1939 to correspond with its construction, peak operation, and the last episode
of major repair. The railway operated,however, until its final abandonment in
1961.

Also contributing to the significance of the district are four items of
historic rolling stock associated with the Sumpter Valley Railway and the W. H.
Eccles Lumber Company. These items are in use or temporarily stored as exhibit
items on the McEwen-Sumpter segment restored by the Sumpter Valley Railroad
Restoration, Inc. Locomotive No. 3 is believed the only historic wood-burning,
narrow gauge locomotive still in operation in the American West.

Continued



9. Major Bibliographical References

See continuation sheets, item &4

10. Geographical Data

Acreage of nominated property 1,223.77 acres

Quadrangle name _B’t_s_pts)rzzlg? Sumpter, Whitney, Creenhorn, Aus%%&:’an%feeggae 1:24000
UTM References ‘ ' 1.62500

See contlnuatlon sheets, item 10
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Verbal boundary description and i"s"ﬁcﬂ'"’“ The Sumpter Valley Railway Histoéric District is compri
sed of 39.6 miles of historic main line right-of-way corridor, 100 feet in width on patented land
and 200 feet in width on Federal Forest lands; also portions of four permanent spur_ systems, six
station sites, two saw mill sites, and four items of historic rolling stock, encompassing in all

List all states and counties for properties overlapping state or county boundaries 1,223.77 acres. The dis
trlct is described below

state Oregon code 4] county Baker code (0]

state Oregon code 41 county Grant code 023

11. Form Prepared By

nameftitle . Ward Tonsfeldt Processing was delayed

. ) to evaluate the effect o
organization Ward Tonsfeldt Consulting date 8-15-85 an August 1986 forest fi
street & number 1363 Harmon Blvd. telephone 503‘389'7965
city or town Bend state Oregon 97701
12. State Historic Preservation Officer Certification

—
The evaiuated significance of this property within the state is: "
—_ national ____state X 1oca, /

As the designated State Historic Preservation Officer for the N tipnal Hil rvation Act of 1966 (Public Law 89—
665), | hereby nominate this property for inclusion in the Natioga} Register and ce fy that it has been evaluated

according to the criteria and procedures set forth by the Nati

State Historic Preservation Oﬁiéef signature

tite Deputy State Historic Preservation Officer date May 14, 1987

For NPS use only
| hereby certify that this property is inc| in the National Register / /
// A ,M date g 3 2’/?"
w of the National Rogister
Attest: date
Chief of Registration

GPO 911399
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LANDOWNERS

Landowners in Nomination Section 1 - Sumpter Valley Railway: McEwen to

Sumpter

Baker County
Assessors Map
Number

T10s R38e

T10s R38e 18B

T10s R37e

Ti10s R37e 3

T10s R37e 4

T9s R37e 33CC

T9s R37e 32

Tax Lot

TL
TL

TL

TL

TL

TL

TL

TL

TL

TL

TL

TL
TL

TL

TL

3400
3802

2900

3200

3100
480

1400
1800

2600
2200

900

400
402

4700

1300

Owner

State of Oregon Dept. of Transportation
State of Oregon Dept. of Transportation

Warnock Ranches
Rt. 1, Box l6a
Baker, OR 97814
Baker County

Cour thouse

Baker, OR 97814
Warnock Ranches
State of Oregon Dept. of Transportation
Baker County
Hines Lumber Co.
P. 0. Box 557
Hines, OR 97738
Baker County
Hines Lumber Co.
Vernon Tittsworth
Rt. 2, Box 1700
Sulphur, LA 70663

Hines Lumber Co.
Hines Lumber Co.

Hines Lumber Co.

Sumpter Valley Railroad Restoration, Inc.
P. O. Box 654
Baker, OR 97814
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Landowners in

TL

TL

Nomination Section 2

1104

1380

Howard Logston

3100 Grandview Drive

Baker, OR 97814

Sumpter Valley Railroad Restoration, Inc.

- Sumpter Valley Railway: S-wye to

Austin
Baker County
Assessors Map
Number

T10s R37e 4

T10s R37e

T10s R36e

Lot

Tax

TL

TL

TL

TL

TL
TL

TL

TL

TL

TL

TL

TL

TL

601

900
900M1

1000

1004
1005

1006

100
1o00M1

1600

1700
1800

1900

Owner

Richard Haynes

2950 Grandview Drive

Baker, OR 97814

Wallowa-Whitman National Forest
Hines Lumber Co.

Rosemary Mitchell

1725 C st.

Baker, OR 97814

Rosemary Mitchell
Rosemary Mitchell

Wayne Ro gers

800 Valley Ave.

Baker, OR 97814

Wallowa-Whitman National Forest
Hines Lumber Co.

John Rouse et al

Star Route West Box 169
Hereford, OR 97837

Baker County

Hines Lumber Company

Bernard Hutcheon
General Delivery
Hereford, OR 97837
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T10s R35 1/2e TL 100 Wallowa-Whitman National Forest

Landowners in Nomination Section 3 - Sumpter Valley Railway-Dixie Pass

Grant County
Assessors Map

Number Tax Lot Oowner
T21ls R34e TL 100 Malheur National Forest
TL 600 Nicholas Vidondo

42 S. Broadway
Burns, OR 97720

TL 1000 Floyd Lape
PO Box 635
Prairie City, OR 97869

Landowners in Nomination Section 4 - Dean Creek Spur

Baker County
Assessors Map

Number Tax Lot Owner

T10s R38e TL 3800 US Bureau of Reclamation
TL 106 Wallowa-Whitman National Forest
TL 4700 R. D. Rasmussen

613 MacArthur
San Mateo, CA 94402

Tlls R38e TL 100 Wallowa-Whitman National Forest
TL 200 R. D. Rasmussen
TL 300 R. D. Rasmussen

T1lls R37e TL 100 Wallowa-Whitman National Forest

T10s R37e TL 900 Wallowa-Whitman National Forest
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Landowners in Nomination Section 5 - Trout Creek Spur

Baker County

Assessors Map

Number Tax Lot owner

T10s R37e TL 900 Wallowa-Whitman National Forest

Landowners in Nomination Section 6 - Whitney Mill Spur

Baker County

Assessors Map

Number Tax Lot Owner

T10s R36e TL 1600 John Rouse et al

Landowners in Nomination Section 7 - White Pine Mill Spur

Grant County
Assessors Map
Number Tax Lot Owner

Tlls R35e TL 100 Malheur National Forest
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GENERAL DESCRIPTION OF THE SUMPTER VALLEY RAILWAY MAIN LINE

The Sumpter Valley Railway was built from Baker, Oregon to Prairie
City, Oregon between 1890 and 1910. It originally served the mills,
mines, ranches, and communities of the Blue Mountain region. Portions
of the line operated until 1961. As the map in figure 1 shows, the
railway follows the route of the Powder River from Baker through the
Bowen Valley, up the Powder River gorge to the Sumpter valley, and on
to the town of Sumpter. From Sumpter it enters the Blue Mountains,
climbing to an altitude of 5,094 feet at Larch Summit and then
descending to Whitney. There, it crosses the North Fork of Burnt River
and climbs to a second pass of 5,097 feet at Tipton. From Tipton, it
descends to Austin on the Middle Fork of the John Day River. Crossing
the Middle Fork of the John Day, it follows Bridge Creek up to a 5,238
foot pass at Dixie, from which it descends to the John Day Valley at
Prairie City. Near its terminus at Prairie City, it crosses the John
day River, the fourth major stream on the route.

The Sumpter Valley Railway was a narrow gaudge line, with its rails
set 36" apart rather than the conventional 56.5". 1Its greatest length
was 80.1 miles of track between Baker and Prairie City. After a
partial abandonment in 1933, it ran 57 miles from Baker to Bates, a
mill site near Austin. A second abandonment in 1947 reduced the line
to a 1.5 mile section within Baker connecting the lumber mills in South
Baker with the Union Pacific railroad in the center of town. This
final section was abandoned in 1961.

ENGINEERING FEATURES

Joseph A. West, the engineer responsible for the railway's design
and construction, was influenced by three factors: a) the mountainous
terrain the railway was to cross, b) the narrow gauge, which permitted
tighter curves than standard gauge, and c) the special requirements of
the lumber companies who were to be the railway's largest shippers.

A. Roadbed

The roadbed is the most enduring part of a railroad. Because
roadbeds for main line use must maintain even grades no greater than
5%, designing the roadbed in mountainous areas is a significant
engineering challenge. Like other mountain railroads, the Sumpter
Valley maintained its grade through a continuous series of cuts and
fills, the cuts removing material from the high places and the fills
depositing it in the low places. Taken together, cuts and fills are
often called "earthwork. Curves on the roadbed need to have as long a
radius as possible to minimize the resistance to the trains passing
over them. Since curves are essential to maintain an even grade,
however, railroad builders had to trade off between curves and
gradients to reach an optimum.
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Railroad engineers generally concede that narrow gauge offered an
advantage in difficult terrain since curves on a narrow gauge road
could have shorter radii than curves on a broad gauge road (Brown,
1934). On extreme grades--such as the descent from Tipton to
Austin--the engineers resorted to horseshoe curves which turned the
roadbed 180 degrees to reduce the steepness. Another spectacular
expedient is the switchback found on Dixie Pass. Here the trains
climbed to a point where they stopped, opened a switch behind them, and
backed onto a siding at a higher altitude. They then switched back
onto the main line at a still higher altitude and proceeded over the
pass.

B. Trestles, Bridges, and Fills

Canyons and watercourses along the Sumpter Valley railway were
crossed by picturesque wooden trestles in some cases, but more commonly
by earthwork fills and culverts. Culverts in the original construction
were wooden and were built in the shape of a long rectangular box. 1In
later construction conventional steel culverts were used, and on many
fills wooden culverts were replaced with steel ones. Bridges over
watercourses followed a variety of designs including simple wooden
girder spans, steel truss spans, and one photogenic 111' Howe truss
across the Powder River at Boulder Gorge.

C. Spurs

Along the Sumpter Valley main line, various lumber companies built
logging spurs to accommodate their log trains. These spurs varied in
length from short spurs a mile or two long to the Oregon Lumber Company
spur which ran twenty miles down the Middle Fork of the John Day River.
Although the spurs were designed, built, and maintained by the lumber
companies that operated them, they conformed to Sumpter Valley Railway
standards of gauge and track. Major spurs were built by the Oregon
Lumber Company, the Nibley Hilgard Lumber Company, the Stoddard Lumber
Company, the Baker White Pine Lumber Company, and the W. H. Eccles
Lumber Company.

D. Sidings

Sidings, which are sections of track laid parallel to the main
line, were located at strategic places so that trains could pass one
another or so that cars could be loaded or unloaded. Major sidings
included Salisbury, Bennett's, Lockhart, Thompson's, Boulder Gorge,
Hershal, Dean Siding, McCoy, and Carroll Siding.
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E. Stations
\\

Stations were located at settlements, mill sites, passes, and
points where construction was temporarily suspended. Stations included
sidings and platforms, depots or station houses, and wyes or loops. A
wye is a triangular configuration of track shaped like the letter "Y"
but closed at the top. Wyes allow locomotives to turn around by
advancing over the first portion, backing over the second portion, and
then advancing over the third portion past their starting point.
Simpler means of achieving the same result were loops, which--as the
name suggests—-were simply circles of track allowing the locomotive to
complete a 360 degree turn. Important stations on the line were Baker,
McEwen, Sumpter, Larch, Whitney, Tipton, White Pine, Austin, Dixie, and
Prairie City.

F. Other Engineering Features

Where the railway crossed fence lines, the builders provided
wooden cattle guards. These were bridge-like structures built over
excavations in the roadbed. Wooden water tanks were another feature.
These made water available to locomotives at several points along the
line.

GENERAL DESCRIPTION OF SPUR LINES ASSOCIATED WITH THE SUMPTER VALLEY
RAILROAD

An extensive system of logging spurs was an integral part of the
Sumpter Valley Railway. Although the spurs were built and maintained
by the timber companies that operated them, they conformed to main line
standards of gauge and rail. The traffic that they provided sustained
the railway from its origin in 1890 through its final years.

Field investigations by the Wallowa-Whitman and Malheur National
Forests have located over 100 spurs. Historical investigations from
documentary sources suggest an additional 50 spur lines. For the
purposes of our survey, we have considered the spurs to be of two
types. Permanent, major spurs are those which operated for longer than
five years and displayed some of the engineering characteristics of
main line construction. Temporary spurs are shorter lines built to
remove timber from a specific tract and then to be dismantled. The
following matrix clarifies some of the characteristics of each type:
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Main Line

connect station
points

80.1 miles
raised roadbed
6'-8' at crown,
15'-35'" at base

cuts and fills
greater than 6'

grade

Permanent Spurs

connect to minor
spurs

2 miles or more

raised roadbed
6'-8' at crown,
10'-15' at base

cuts and fills
greater than 6'

grade

Temporary Spurs

end at logging site

less than 2 miles

roadbed not raised
ties laid on depressed
or slight roadbed

cuts and fills
less than 6

grade

less than 5% less than 5% greater than 5%

soil roadbed often
incorporating logs
in the fills

rock roadbed rock roadbed

ties ballasted ties ballasted no ballast

ties sawn and treated ties sawn roundwood ties

wyes, sidings, water
tanks

wyes and water tanks no wyes or tanks

trestles use vertical trestles use vertical trestles use horizontal
bents, members in bents, or horizontal members only
compression members in deflection

Generally, the permanent spurs were built to last long enough to
recoup their cost, while the temporary spurs were not built to last
beyond the time it took to remove the timber they reached. This logic
is apparent in most of the engineering aspects.

For example, on main line Sumpter Valley Railway construction, the
preferred method of crossing a watercourse was to fill the watercourse
to the grade level with rocks and to provide a culvert for the stream
to go through. This method required expensive earthwork, but it was
permanent and the resulting structure required little maintenance
beyond cleaning the culvert each year. Most of these fills are still
in place on the main line with only a few (20%) damaged by washouts.
The second choice on the mainline was to build a trestle, which is a
timber bridge across the watercourse. Trestles were less expensive
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initially, but they required continual maintenance, since the timber
they are made from is vulnerable to rot and insect damage, fire, and
stress. On the portions proposed for nomination, the main line had
only three trestles, but many fills and culverts. Significantly, all
the main line trestles are now gone.

On the spurs, trestling was the common solution to watercourse
crossings. Major spur trestles, like main line trestles, were built
from a series of vertical frames called bents. Each bent is shaped
like a letter "A", with legs on the ground and the top designed to
accommodate the track. This kind of construction lets the builders
place the bents on concrete pads so they do not contact the soil and to
keep the timbers vertical, so they do not soak up as much rainwater.
Both of these design features prolong the life of the timbers. The
major timbers in this kind of trestle are compressed by the weight of
the trains. Since compression loads are the easiest for timbers to
bear, they are likely to retain their strength as they age.

Vertical trestling of this type, however, is expensive to build.
It must be designed carefully, and it requires good timbers, metal
hardware, concrete foundations, and other costly items. A less
expensive alternative is to build the trestle from logs laid across one
another in a horizontal pattern. Brown (1934) calls this "crib"
trestling. For this kind of trestle, engineering expertise is
unnecessary, the material is close at hand, and the construction time
is minimal. The resulting trestle, however, is short lived. Since it
contacts the soil, it rots, and since the logs must bear the weight of
the trains by deflection rather than compression, it does not retain
its strength.

On the main line, then, we find fills and culverts and some
vertical trestling. On the major spurs we find vertical trestling and
some horizontal trestling. On the minor spurs, we find almost
exclusively horizontal trestling.

LANDSCAPE AND SETTING

The Sumpter Valley Railway crosses a section of eastern Oregon
renowned for its scenery, remoteness, and historic associations.

The Blue Mountains are complex mountains formed by uparching of
late Cenozoic faults. The resulting terrain is rugged, with the major
drainages running from northwest to southeast. Each drainage provides
a green alpine valley along the river, and the ridges separating the
valleys provide scenic forests and spectacular mountain passes.
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From Baker, on the floor of the Powder River valley at 3400', the
Elkhorn Mountians rise to 8900' only 13 miles west of the city. The
Powder River, which doubles back on itself to drain both the east and
west slopes of the Elkhorns, runs in a southeasterly course from its
headwaters near Sumpter to Salisbury junction. This twenty mile
portion of the Powder River drainage forms Sumpter Valley at its upper
end and the Powder River gorge at its lower end. The railway's course
takes it through the Powder River gorge and up the Sumpter River valley
to the town of Sumpter. This was the center of commerce for the
extensive gold mining operations in the Elkhorn range. Although the
valley is now defaced by tailings piles from the gold dredges, much of
it remains a lush, grassy mountain valley of exceptional beauty.

From Sumpter at the head of the valley, the railway runs south to
climb the 600' to Larch Summit. Ascending this ridge takes the railway
into the ponderosa pine forest that attracted lumber producers to the
area as early as the 1890's. Most of the pine forest is now second
growth, with trees averaging 40' to 60' in height. Beneath the trees,
a variety of grasses contribute to the scenic character of the forest.

Descending from Larch, the railway enters the drainage of the
North Fork of Burnt River. This river--which runs roughly parallel to
the upper reach of the Powder River--offers along its course a second
valley parallel to the Sumpter Valley. The town of Whitney, at the
center of the valley, was originally a mill town and center for logging
activities in the area. It is now a classic ghost town with many of
its original buildings still standing.

From this second valley, the railway climbs 800' to a second pass
at Tipton, seven miles to the west. Here again, the scenery changes
from the grassy valley floor to a forest. The forest type at Tipton is
a mixed coniferous forest, with ponderosa pine, lodgepole pine, true
firs, and larch all represented. To the north of Tipton, the peaks of
the Blue Mountains rise to over 8000', providing a spectacular
background to the pass.

Descending from Tipton on a southwesterly course, the railway
passes into a third drainage--the Middle Fork of the John Day
River--and enters a third mountain valley. Here the communities of
Austin and Bates, both former mill sites, offered the railway its
greatest freight and passenger traffic. The open grasslands around
Austin also offered summer grazing to the sheep and cattle ranches that
constituted the railway's third industrial base after lumber and
mining.
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From Austin, the railway climbs nearly 1000' to its final pass at
Dixie. This route continues to the southwest up Bridge Creek gorge,
which is a narrow (100-150') densely-timbered passage up a ridge of the
Blue Mountains that rises to 7500'. Here again, the railway enters a
forest, with stands of ponderosa giving way to mixed coniferous stands
as the altitude increases.

From Dixie, the railway descends along Dads Creek from forest to
range land characterized by grassy slopes and mixed stands of pine and
juniper. Finally, it reaches the extensive grasslands of the John Day
valley at Prairie City. Behind Prairie City, the Strawberry Range
rises to 8000', continuing the alternation of valley and range to the
west.

Although the landscape along the railway has all the
characteristics associated with the natural beauty of western mountain
scenery, it is also an industrial landscape. The forests have been
logged and the old growth trees replaced by second growth, now in many
stands approaching 100 years old. The meadows have been grazed and the
native grasses cut for hay. Gold mining, which drew the first settlers
to the Blue Mountains, has left the hills scarred and the valleys
clogged with debris from the gold dredges. As the sole source of
mechanical transportation for most of this area, the Sumpter Valley
railway played a central role in its industrialization. Understanding
the landscape requires an understanding of the relationship between the
natural resources which constitute the landscape, the railway which
provided access to those resources, and the pattern of human habitation
which followed.

CONDITION OF THE MAIN LINE

At the time of its major abandonment in 1947, the Sumpter Valley
Railway was suffering from several years of deferred maintenance (PUC,
1946). The cuts had not been cleaned, the sidings were in poor
condition, and the fencing was in disrepair. Rails and many of the
ties had been replaced in 1937-1939, but the accumulated effects of the
long depression during the 1930's and the manpower shortages of WW II
had taken their toll. Since the rails on the main line had been leased
rather than purchased, they had to be removed to be returned to their
owners, the Union Pacific Railroad. Ties, however, were too small to
be used by standard gauge lines, so they were left in place. The
process of abandonment, then, left the railway bereft of its rails and
unmaintained.

Without regular maintenance, the railway began to deteriorate in a
predictable fashion. Trestles and bridges built of timber weakened and
washed out during the spring runoff. Culverts plugged and the fills
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washed out around them. Ballast between the ties washed out. Cuts

filled with rocks and dirt and fills eroded to a fraction of their

original size. Grasses in the meadows grew over the roadbed, and in
the forest trees grew on it.

Human forces contributed to the deterioration as well. Buildings
were torn down or moved, ties were lugged off for fire wood, and water
tanks were attractive targets for vandals. The roadbed in one place
has become part of an irrigation ditch; in another, it is a garbage
dump. Most often, the roadbed was recognized for was it was--i.e., a
well built route between points--and was modified for motor vehicle
use.

Considering the hazards it has been exposed to, the Sumpter Valley
Railway is in remarkably good condition. For discussion purposes, we
will establish here five categories to mark the major gradations in the
railway's current condition.

Condition A

This condition offers the roadbed undisturbed and the ties in
place. Fragile engineering structures like trestles or bridges may be
missing, but the earthwork features are well preserved. Vegetation
will have grown up on the roadbed, with grasses overgrowing it in
meadows and trees up to 8" in diameter displacing the ties. Game
trails or human trails may follow the roadbed, but it will not be used
for motor vehicle traffic. "A" condition roadbed is indicated on USGS

7.5 series maps as "old railroad grade."
Condition B

In condition B, the surface of the roadbed has been altered to
accommodate motor vehicles, but the major roadbed features are still
intact. Cuts, grades, and fills are preserved in their original form.
Bridges and culverts may have been replaced and the earthwork modified
slightly, but the essential design of the railway is clearly visible.
Ties are usually visible where they have been pushed to one side of the
roadbed. Other artifacts, including spikes and fish-plate bolts are
visible along the route. In the two national forests, stretches of B
condition roadbed are numbered as forest roads.

Condition C

On condition C stretches, the route of the railway may be deduced,
but nothing remains beyond the engineers' choice of route. 1In
mountainous terrain, however, this choice is a significant achievement.
Condition C prevails on the railway where the route has been chosen by
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modern highway engineers. Their practice in building over the railway
has been to use the railway right-of-way, so short portions of the road
may be visible., Examples of this condition include the Bowen Valley
near Baker, the Powder River gorge, and the Bridge Creek gorge.
Condition C portions of the railway are designated as city streets or
carry federal, state, or county road numbers.

Condition D

Condition D designates those sections of the railway which are
completely obscured so that the original route is no longer
discernible. 1In most cases, this means that something else has been
built over the route. Construction that obliterates the route
includes buildings in Baker, a landfill in Baker, industrial activity
at the Bates mill site, and cultivated fields near Prairie City. 1In
each of these cases, excavation would probably reveal features or
artifacts associated with the railway. Condition D also describes
those portions inundated by Phillips Lake.

Condition E

This final category describes those portions of the railway which
have been restored by the Sumpter Valley Railway Restoration, Inc. The
restoration is presently confined to a portion of the mainline between
Dredge Loop Road in T10s R38e S17 and Baker County road 564 in T10s R37e
S12. The restoration consists of repairing the original grade with
rock fill material, replacing ties, and replacing the rails. All
replacement materials conform to original Sumpter Valley Railway
specifications.

CONDITION OF THE SPURS

The current condition of the spurs reflects the facts of their
construction and their use. The major spurs have not fared as well as
the main line in the war with the elements, but some are in respectable
shape. The Dean Creek system, for example, is in good condition for
most of its length. The minor spurs, predictably, have fared less
well. On the Patrick Meadow system, for example, the ties were laid on
the ground with little roadbed beneath them. Many of the ties are
still in place, but they have rotted down to a thickness of less than
two inches. Other natural forces including washouts, erosion, and
vegetation have also damaged the minor spurs.

One unfortunate feature of minor spur construction is the use of
logs to hold the roadbed. On the raised portions, logs were laid
parallel to the direction of the track, and earth was heaped over them’
to provide a base for the ties. As these logs rot out, whole sections
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of the roadbed may be missing. Since the ties were removed from most
of the minor spurs so they could be reused, and the roadbed itself was
built of wood and soil, the phenomenon of the disappearing spur is
rather common.

A final factor contributing to the spurs' poor condition is the
conversion from rail to truck logging. As the lumber industry revived
in the late 1930's, activity in the woods increased tempo. The older
lumber firms throughout the Pacific Northwest continued their railroad
operations, but the newer firms used logging trucks. Gradually, the
railroad operations began to use the cheaper truck logging technology
to meet the competition. The major spurs that had access to highways
could easily be converted to truck roads by simply removing the steel
and the ties and widening them out. The resulting conversion
effectively obliterates all evidence of the railway. Since roadbed
features such as fills and cuts were not well pronounced on the spurs
to begin with, they did not survive the conversion. Evidence of
conversion from rail to truck logging is apparent in the Black Mountain
system, the Crawford Creek system, the Upper Middle Fork of the John
Day system, and very recently on the Whitney South system with the
construction of Forest Road 1040.

ARTIFACTS

Artifacts associated with the railway itself--as opposed to those
associated with other activities such as logging, telegraphy, or camp
life/settlement--£fall into three categories. The first category is
ties and timbers. These are by far the most common artifacts to be
found along the roadbed. The second group is the fastenings used to
secure the rails to the ties (spikes) or to each other (fish plate
bolts) . These are also quite well distributed. The third category
consists of rail and rail-related devices. These are quite rare.

Ties and Timbers

Ties for the Sumpter Valley Railway mainline and spurs were cut
74" long. This is noticeably shorter than conventional 8' ties for
standard gauge lines. The effects of using shorter ties were two:
a) they could not be re-used by other railroads after the abandonment
of the line so they were left in place on the roadbed, b) they could
not be used for fence posts by ranchers after the abandonment so they
have tended to remain in place on those portions of the railway not
converted to motor vehicle use.

Material for the ties were indigenous softwoods, especially fir.
The Oregon Lumber Company had began its business by cutting ties for
the standard gauge lines--especially the Union Pacific--so sawn ties
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were in good supply for the Sumpter Valley Railway. On the spurs,
however, the supply of sawn ties was liberally supplemented with hewn
ties made from 8' to 10' logs at the site.

At switches, the 74" ties were replaced with 8' to 10' ties that
were long enough to accommodate both sets of rails.

Fastenings

Spikes on the Sumpter Valley Railway came in a variety of sizes.
For mainline use, spikes were 6" long and 1/2" square. Another common
size on the mainline was the 5 3/8" spike, which was also 1/2" square.
These sizes were used on the major spurs as well as the mainline and
probably represent a standard spike for the railway system. Smaller
spikes, used on spurs, sidings, and other peripheral tracks were 7/16"
square and included 5" and 4 1/2" lengths. There seems to be no clear
distinction between the importance of the spur line and the size of the
spikes. On the White Pine Station wye, for example, the spikes were
the 7/16" X 4 1/2" model, the smallest on the line.

Rails were held together by fish plates--steel straps bolted to
each rail at the joint. Although the fish plates themselves are
relatively rare along the right of way, the distinctive bolts used on
the fish plates are quite common. The fish plate bolts are 4 1/2" long
and 3/4" in diameter. The tread is 3/4 X 10, which is ASME standard
coarse for 3/4" bolts. The head of the bolts is rounded like a
carriage bolt head, but it is thicker and more nearly hemispherical
than a carriage bolt head. The heads are 1 1/4" in diameter. Beneath
the head is an oval collar, 5/16" thick, 3/4" at the narrow part of the
oval, and 1" at the broad part. This oval collar fits neatly into a
recess in the fish plate, holding the bolt from turning as it is
tightened or loosened. Nuts for the fish plate bolts are either square
or hexagonal, apparently used interchangeably.

Rail

Unlike ties, rail was valuable during the railway's life and
afterwards. As a consequence, the rails were removed by the company at
the time of abandonment, and any that were overlooked were removed by
others. Beyond their value as steel scrap, the light 40 1lb. rail was
convenient for mining use, fencing, or concrete reinforcement. What
little rail remains is confined to the remoter spurs. On the mainline,
there is some rail left on the Austin to Prairie City stretch, but it
is on private property and unlikely to be disturbed.
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Steel fish plates surface occasionally along the right of way.
These are steel forgings c. 1/2" X 2" X 18" with holes bored in each
end to fit the fish plate bolts. Less common than the fish plates are
steel tie plates, which went beneath the rail on the tie. Evidence
available (and rather unscientifically gathered) suggests that these
may have been confined to the mainline. They are not common on any
part the railway, but they were not found on any of the spurs during
our survey.

HISTORIC DISTRICT BOUNDARIES CRITERIA

The Sumpter Valley Railway system originally consisted of 126.8
miles of main line and permanent spurs. Selecting portions of the
railway appropriate for nomination as a historical district followed
two initial considerations and a complete end-to-end survey.

The initial considerations were these:

1. The portions nominated for the district must be a
recognized part of the Sumpter Valley system. The long
spur down the Middle Fork of the John Day River from
Bates to a point near Susanville is usually referred to
as the Oregon Lumber Company Railway and seen as a
separate though related line (Ferrell, 1967). Although
the OLC Railway conformed to Sumpter Valley Railway
standards of gauge and rail, it was designed to terminate
all shipments at the Oregon Lumber Company Mill at Bates
rather than to contribute to mainline shipping activity.
In this sense, the OLC Railway was a true "logging
railroad" whose sole purpose was to bring logs to the
mill. Since it did not contribute to main line shipping,
except in an indirect way when the lumber milled from the
logs was shipped by the Sumter Valley line down to Baker,
it was not a spur or extension of the Sumpter Valley
Railway. For this reason, the 20 miles of permanent
roadbed on the Lower Middle Fork were excluded from
consideration at the outset.

2. The spur systems to be included must be major and
permanent. This determination followed the general
characteristics outlined on the matrix in the "General
Description of Spurs" section. Applying the standards
chosen for permanent spur selection led us to exclude 73
minor spurs.

Following these initial considerations, the end-to-end survey led
to these additional criteria:
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Sections to be nominated must display:

1. Integrity of the roadbed. This characteristic is
obviously paramount to the formation of a linear
district. On the main line, roadbed integrity is most
often threatened by highway construction; on the spurs,
logging road construction has the same effect.

2. Sections to be nominated should display associations with
communities., Historic places along the route of the
railway such as McEwen, Sumpter, Whitney, and Dixie are
an important part of the railway's significance.

3. Sections to be nominated should display a concentration
of engineering features characteristic of Sumpter Vvalley
Railway construction. These features are outlined in
"General Description of the Main Line" section.

4, Sections nominated should display features associated
with the industries that the railway served. These
include logging and lumber manufacturing, mining, and
ranching. These industries are represented by inclusion
of the logging spurs and millsites, the gold dredging
areas and the Sumpter Smelter site, and Dixie.

5. Sections chosen should display associations with
nationally recognized figures involved in the railway's
construction or operation. The portions of the system
completed before David Eccles' death in 1912 were built
under his leadership and reflect his ambitions for the
line. The Austin-to-Prairie City portion was built under
the personal direction to Marriner S. Eccles, who later
became an architect of Roosevelt's New Deal
administration and chairman of the Federal Reserve during
the 1930's. All of the main line displays the surveying
and civil engineering work of Joseph A. West, railroad
builder from Salt Lake City.

GENERAL DESCRIPTION OF THE HISTORIC DISTRICT

The linear district proposed for nomination consists of those
portions of the Sumter Valley Railway main line and spurs which retain
their integrity and contain features of historical significance. Of
the original 80.1 miles of the Sumpter Valley Railway main line, 34.7
are still intact in condition A (with ties remaining) or B (with
engineering features remaining). The balance of the main line is



NPS Form 10-900-a OMB No. 1024-0018
3-82) Expires 10-31-87

United States Department of the Interior
National Park Service

National Register of Historic Places
inventory—Nomination Form

Continuation sheet Item number 7 Page 4

obscured by highway construction (condition C) or has been completely
obliterated (condition D). A small portion of the main line within
the section proposed for nomination has been restored to operating
condition by the Sumpter Valley Railway Restoration, Inc. The three
sections of the main line proposed for nomination constitute 39.6 miles
or 49.4% of the original route.

Of the original permanent spur systems, four retain all or part of
their linear integrity. These are proposed for nomination. The
remaining spur systems have had their permanent portions--i.e., the
part that connects the logging sites with the main line--destroyed by
road construction or recent logging activity.

The proposed district contains those portions of the railway
associated with industries that it served. Logging and lumber
manufacturing are represented by the logging spurs and the mill sites
at Whitney and White Pine. The mining industry is represented by the
upper Sumpter Valley, including the dredging sites along the Powder
River and the Sumpter Smelter site. The livestock industry is
represented by the Dixie Station site and McEwen. The principal
communities that the railway served between the two terminii are also
well represented. Sumpter is represented by the Sumpter wye, Austin is
represented by the valley of the Middle Fork of the John Day River, and
the communities of Whitney and McEwen are represented.in the proposed district
as station sites.

The proposed district has been divided into seven sections on the
basis of geographic and thematic integrity.

Section One - Sumpter Valley Railway Main Line from McEwen to
Sumpter

Section Two - Sumpter Valley Main Line from Sumpter Wye to Austin
Section Three - Sumpter Valley Main Line through Dixie Pass
Section Four - Dean Creek Spur System

Section Five - Trout Creek Spur System

Section Six - Whitney South Spur

Section Seven - White Pine Spur

Sites associated with the railway and proposed for nomination
include the station sites at McEwen, Larch, Whitney, Tipton, White
Pine, and Dixie. Mill sites proposed for nomination are Whitney and



NPS Form 10-900-a OMB No. 1024-0018
c82) . Expires 10-31-87

United States Department of the Interior
National Park Service

National Register of Historic Places
inventory—Nomination Form

Continuation sheet item number 7 Page 15

White Pine. The railway station at Prairie City, former western
terminus of the Sumpter Valley Railway, was earlier listed in the National
Register of Historic Places, ad the Middle Fork Spur has been nominated separately.

The width of the linear district follows the railway's original
practice in determining its right-of-way. 1In timbered areas of
government land within what was then the Blue Mountain Forest Reserve
East Range, the right-of-way was set at two hundred feet--one hundred
feet on either side of the center of the track. For its right-of-way
through patented land, the railway took one hundred feet, again
centered on the track.

The total area of the district is 1,223.77 acres, all but 22.12 acres
within the linear confines of the main line and spur corridors.

There are 17 property owners within the proposed district. Public
landowners include the Wallowa-Whitman National Forest and the Malheur
National Forest, the Oregon State Department of Transportation, the US
Bureau of Reclamation, and Baker County. There are 9 private owners,
two industrial firms owning land, and one non-profit corporation, the
Sumpter Valley Railrpad Restoration, Inc.



NPS Form 10-900-a OMB No. 1024-0018
G382 Expires 10-31-87

United States Department of the Interior
National Park Service

National Register of Historic Places
Inventory—Nomination Form

Continuation sheet Item number 7 Page 16

NOMINATION SECTION 1 - McEwen to Sumpter

Overview of Section 1

Length of section 1 6.3 miles
USGS map references Phillips Lake
Sumpter

Area within section

railway 76.36 acres
associated features .68 acres

Condition of the railway

A (all features intact) 1.52 miles 24%
B (engineering features) 0 0
C (route visible) 0 0
D (route obscured) 0 0
E (railway restored) 4.76 miles 76%
Dates of construction 1891-1895
Extant features McEwen site

T10s R38e S17

1941 relocation

Tl10s R37e Sl1ll1, 12

Sumpter Valley Railroad
Restoration, Inc., restored segment
Tl0s R37 Ss11, 12

Notable features destroyed Sumpter wye
T9s R37e 832

Ownership of section

Public owners

State of Oregon T10s R38e TL3400
T10s R38e TL3802
T10s R38e TL480

Baker County T10s R38e TL3200
T10s R37e TL1400
T10s R37e TL2600
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Private owners

Warnock Ranches T10s R38e TL2900
T10s R38e TL3100

Hines Lumber Company T10 R37e TL1800
T10s R37e TL2200
T10s R37e TL400
T10s R37e TL402
T9s R37e TL4700

Sumpter Valley Railway
Restoration, Inc. T9s R37e TL1300
T9s R37e TL1380
Howard Logston T9s R37e TL1104
Vernon Titsworth Tl10s R37e TL 900

Description of Section 1

This first nomination district takes the main line of the Sumpter
Valley Railway from milepost 21.5 near McEwen to the outskirts of
Sumpter. The eastern terminus of the section is the junction of the
railway and Baker County Road 667, also known as the Clear Creek Road.
The western terminus is the junction of the railway and Baker County
Road 523, which is also called the Sawmill Gulch Road. The inclusive
mileage of this section is 6.28 miles; 1.5 miles of the section have
some of the original ties in place, and the remaining 4.8 miles have
been restored by the Sumpter Valley Railway Restoration, Inc.
Approximately 1 mile of the restored roadbed has ties and rails in
place.

McEwen was the original center of the upper Sumpter Valley. The
tracks reached the town in October, 1891, after the first building year
had pushed the railway as far as Dean Siding, 19 miles from Baker. 1In
1890 McEwen was an agricultural community. Public Utility Commission
records indicate that hay cut from the rich valley grasslands was
shipped out by rail as late as 1893. After the advent of the railway,
McEwen became a timber community as the staging area and railhead for
logging operations up Deer Creek on the north side of the Powder River
and up Clear Creek on the south side. The Stoddard Brothers,
associates of the Eccles interests who built the railway, built a small
mill near McEwen on Clear Creek. The Stoddards logged the south side
of the valley while the Oregon Lumber Company logged the north side to
supply its mill in Baker.
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While McEwen was a railroad terminus, it was also terminus for the
west bound stage line that connected Baker with the John Day Valley and
points west. The town was in fact named for Thomas McEwen, operator of
the stage and freight line. The 1909 inventory of Sumpter Valley
Railway property lists a station and a hand car house at McEwen. The
town also included two stores, two blacksmith shops, one saloon, and a
Baptist church (Ferrell, 1967). Only a church remains in the community
now.

In 1896, the railway built on into Sumpter, which was enjoying a
period of rapid growth from the gold mines on Cracker Creek above the
town. At the entrance to Sumpter, the railway built an elevated wye on
Powder River. The tail of the wye ran into Sumpter as a mile long spur
from the main line. A sawmill and the Sumpter Smelter was located near
the wye. 1In its heyday from 1899 until c¢ 1912, Sumpter was a typical
mining town with frenzied activity and a bustling population of miners
and fellow travellers. 1In 1917, the town burned and was not rebuilt.

In 1913 gold dredging began on the Powder River. This process
removed all soil and stone down to bedrock to wash out the alluvial
gold. The result was the destruction of the upper end of the valley as
the meadow land was turned into heaps of naked rock. 1In 1941, the
dredge had progressed nearly as far as McEwen, and the railway
right-of-way was relocated onto the dredge tailings so that the
original right-of-way could be dredged up. This section of the
line--referred to on the railway's engineering plans as the "1941
relocation"--extends from mile post 22.5 to mile post 25.8.

Condition of Section 1

The 1.5 miles of roadbed on this section that are not part of the
restoration are in reasonably good condition with many ties intact.
Near the eastern terminus of the section, the meadow vegetation has
covered the ties in some places, but they are discernible from their
outline on the grass. The roadbed itself is low in this part, elevated
only 2.5' above the surrounding ground.

The McEwen station area has well-preserved roadbed, with evidence
of the station siding still visible, along with debris associated with
the railway. The wye is no longer visible, however.

The roadbed on the restored part of the section is built from
dredge tailings. This is the material that was available for roadbed
construction on the 1941 relocation. Since the terrain is flat, the
roadbed consists of tailings piled up into a roadbed raised 3' above
the ground. The restoration will replace original trestlings over a
slough in the NW 1/4 of T10s R37e S4 and will need to build a level
crossing on Baker County Road 564 in the SE 1/4 of T10s R37e S4.
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Features of Section 1- Including siX separately counted contributing features

McEwen Station site (Nw4 S18 T1l0s R38e), within r/w corridor - Contributing

The 1941 relocation of the track to accommodate gold dredging on
the original roadbed is significant in its association with the mining
theme that is integral to the railway's history.

The Sumpter Valley Railroad Restoration, Inc. is a non-profit
corporation engaged in restoring a portion of the original railway to
operate its excursion trains. The present installation consists of 2.8
miles of restored track and 1.9 miles of restored roadbed. At the
intersection of the railway and Baker County Road 564, Dredge Lane
Loop, the restoration has built a passenger station and a water tank
as well as a storage yard to hold various pieces of railroad equipment
and two locomotives awaiting restoration. The locomotive currently
operating is a Heisler geared locomotive that originally was used by
the W. H. Eccles Lumber Company on the Upper Middle Fork of the John
Day River spur system to supply the mill in Austin.

The district corridor is expanded at Dredge Depot Park by a southerly
extending parcel to encompass the wye, or siding constructed by the Sumpter
Valley Railroad Restoration, Inc. as a storage site for historic Sumpter
Valley Railway rolling stock. Each of four items of historic rolling stock,
described in the following passages, is counted as a separately-contributing
feature, as is the reconstructed wooden water tank tower within the main .
line right of way at the Dredge Depot site. The water tower originally stood
on the main line near Bates. The area thus added to the corridor is 0.68 acres.

Non-contributing features at Dredge Depot Park site are the excursion
passenger station within main line right of way and the equipment building
in the storage yard, both non-historic buildings erected by the Sumpter
Valley Restoration, Inc.
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Locomotive No. 3 - contributing feature

Locomotive No. 3 was constructed in 1914 for William H. Eccles Lumber Company by the
Heisler Locomotive Works in Pennsylvania. It operated out of Austin. In 1926, the
entire W. H. Eccles Company was moved to Cascase, Idaho and ultimately sold to Hallock
and Howard Lumber Company. In 1938, No. 3 was retired and placed in a shed at the
Cascade mill where it was used occasionally for auxiliary steam. In 1971, locomotive
No. 3 was purchased from the Boise Cascade Corporation and returned to Sumpter for
restoration. It was made operational by June, 1976, and placed on the line on July

4, 1976. When No. 3 was returned to the Sumpter Valley Railroad Restoration, it still
wore its original W. H. Eccles lettering. The present lettering and paint scheme is
an exact restoration of the original. Locomotive No. 3 has been in constant use since
its restoration. It is believed the only historic wood burning, narrow gauge locomotive
still in operation in the American West.

Specifications:

Year of Construction 1914

Construction number 1306

Design weight 80,000 1bs (40 tons)

Present working weight 84,000 1bs (42 tons)

Cylinders 14" x 12" (bore and stroke)
Boiler pressure Original 180 PSI, Present 150 PSI
Drivers 36"

Tractive effort 21,700 1bs

Tank capacity water - 1,400 gallons

wood - 1% cords

Locomotive No. 19 - contributing feature

Mikado Type 2-8-2 wheel arrangement and was constructed for the Sumpter Valley Railroad
by the American Locomotive Company of Schenectady, NY in 1920. These were the last
locomotives purchased new by the Oregon Lumber Company. Until the advent of the Uintah
Mallets, these "Mikes" were the largest locomotives built. When the articulated mallets
were purchased in 1939, No. 19 was retired and later sold to the White Pass and Yukon
Railway of Skagway, Alaska in 1940. It was used on that line until 1958 and was retired
and placed in dead storage at Skagway. The Sumpter Valley Railroad Restoration, Inc.
was originally established for the purpose of procuring and returning to Sumpter Valley
this locomotive. However, logistics problems prevented acquisition at that time. In
April, 1977, the White Pass and Yukon offered to donate it with the stipulation it be
removed from Skagway by July 1, 1977. Thedeadlinewas met through concerted community
participation and assistance and the locomotive was returned to Sumpter in June, 1977.
Presently, the locomotive is in dead storage at Sumpter Dredge overhaul station shop.
Plans to overhaul and restore it are presently underway.

Specifications:

Year of construction 1920
Construction numbers 19-61981
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Design weight with tender 202,000 1bs. (101 tons)
Estimated working weight 115 - 130 tons
after restoration
Cylinders 19" x 20" (bore and stroke)
Boiler pressure 170 PSI
Drivers 44"
Tractive effort 23,70041b80 .
Tender Capacity %Muae}]er(oi’l ) aOO og?asﬂons

Locomotive No. 20 - contributing feature

Mikado Type 2-8-2 wheel arrangement and was constructed for the Sumpter Valley Railroad
by the American Locomotive Company of Schenectady, NY in 1920. These were the last
locomotives purchased new by the Oregon Lumber Company. Until the advent of the Uintah
Mallets, these "Mikes" were the largest locomotives built. When the articulated maliets
were purchased in 1939, No. 20 was retired and later sold to the White Pass and Yukon
Railway of Skagway, Alaska in 1940. It was used on that line until 1958 and was retired
and placed in dead storage at Skagway. The Sumpter Valley Railroad Restoration, Inc. was
originally established for the purpose of procuring and returning to Sumpter Valley this
locomotive. However, logistics problems prevented acquisition at that time. In
April, 1977, the White Pass and Yukon offered to donate it with the stipulation it be
removed from Skagway by July 1, 1977. The deadline was met through concerted community
participation and assistance and the locomotive was returned to Sumpter in June, 1977.
Presently, the locomotive is in dead storage at Sumpter Dredge overhaul station shop.
Plans to overhaul and restore it are presently underway.

Specifications:
Year of Construction 1920
Construction numbers 20-61980

Design weight with tender 202,000 1bs. (101 tons)
Estimated working weight 115 - 130 tons
after restoration

Cylinders 19" x 20" (bore and stroke)
Boiler pressure 170 PSI

Drivers 44"

Tractive effort 23,700 1bs.

Tender capacity water 4,200 gallons

fuel (oil) 2,500 gallons

Caboose No. 5 .- contributing feature

Constructed October, 1926 in the South Baker shops of the Sumpter Valley Railroad, this
car was rebuilt from parts obtained from the Utah and Northern Line at that time. This
railroad car was used to transport luggage of passengers and to sort mail which was
delivered along the route. From the cupola of this car, crew members could observe the
forward cars and were always on watch for possible danger.
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The car was painted grey with black trim around the windows. The running gear, wheels and
bed have been removed and must be replaced with similar equipment to make it operable.

The caboose has been transported to the Sumpter Dredge station work shops for restoration
and rehabilitation and will become an integral part of the running stock. In all other
respects, the car is in fair condition and will require a minimum amount of rehabilitation

to make it operable.
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NOMINATION SECTION 2 - Sumpter Valley Railway Main Line from Sumpter
Wye to Austin

Overview of Section 2

Length of section 27.8 miles

USGS map references Sumpter
Whitney
Greenhorn
Austin

Area within section
railway 647.7 acres

associated features Larch Station 1.6 acres
Whitney Station 3.6 acres
Tipton Station 6.0 acres
White Pine Station 3.36

acres

Condition of the railway

A (roadbed intact) 13.6 miles 49%
B (engineering features) 14.28 miles 51%
C (route visible) trace at road crossings
D (route obscured) 0
E (railway restored) 0
Dates of construction 1901-1905
Extant features Sumpter smelter spur

T10s R37e S5
Larch station
T10s R37e S21
McCoy siding

T1l0s R36e S23
Whitney

T10s R36e S34
Carroll siding
T10s R36e S31
Tipton

T1l0s R35 1/2e S3
Horseshoe curves
Tlls R35 1/2e S4
White Pine station
Tlls R36e S12
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Notable features destroyed Alder Springs Trestle
T10s R37e S18

Ownership of section
Public owners

Wallowa Whitman NF T10s R37e TL90O0
T10s R36e TL10O
T10s R35 1/2e TL10O

Malheur NF T10s R35e TL10O
Tlls R35e TL100
Baker County T10s R36e TL1700

Private owners

Hines Lumber Co. T10s R37e TL90OM1
T10s R36e TL100M1
Tl0s R36e TL1800

Richard Haynes T10s R37e TL601

Rosemary Mitchell T10s R37e TL1000
T10s R37e TL1004
T10s R37e TL1005

Wayne Rodgers T10s R37e TL1006
Bernard Hutcheon T10s R36e TL1900
John Rouse et,., al. T10s R36e TL1600

Description of Section 2

Section two takes the railway into the "timber belt" of the Blue
Mountains and over the first two of its three passes. The scenery in
this section is especially notable, as is the historic connection with
the lumber and logging operations. This portion of the route is what
people refer to when they call the Sumpter Valley Railway a logging
railroad.

Although the railway was used for many purposes other than
logging, nomination section two was built with logging in mind. On
this part of the railway the Oregon Lumber Company, Stoddard Lumber
Company, Nibley Hilgard Lumber Company, and Baker White Pine Lumber
Company built their logging spurs to tap the timber resource adjacent
to the main line. From Whitney, a mill town that is the central
feature of this section, major logging spurs radiated out to the north
and south. In addition, spurs were built along ridges and up drainages
as the main line crossed them. Major sidings at McCoy and Carroll
helped handle the logging traffic.
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The Sumpter wye turned the railway from its westerly course up the
Powder River almost 90 degrees to a southerly course up Huckleberry
Mountain. The wye was the site of the Oregon Smelting and Refining
Company smelter, built in 1903. A spur line from the railway served
the smelter. ~

From the Sumpter wye, the railway begins its climb to Larch
through a series of S curves up the flank of Huckleberry Mountain. The
rate of climb is 600' in 4.3 miles or 142 feet/mile. As the altitude
increases, the curves follow watercourses, requiring a near-horseshoe
curve in NE 1/4 of S8 and another substantial turn at Spruce Gulch in
NE 1/4 of S17. The greatest grade on this section is 4% immediately
below Larch. Near Larch a spur known as Johnson's Jumpoff left the
main line to the south, presumably to serve the Trout Creek complex.

From Larch down to Whitney, the railway descended the west slope
of Huckleberry Mountain more gently than its ascent on the east slope.
The 800' of elevation from Larch to Whitney was dissipated in 8.6
miles. 1In T10s R37e S18, the railway crosses the gulch at Alder
Springs which was the site of the Alder Springs trestle, a gracefully
curving structure spanning the gulch 30' above the spring. In T1l0s
R36e S13, the railway enters Three Cent Gulch, which it follows down to
the valley of the North Fork of Burnt River at Whitney. At the upper
end of the gulch, Oregon Lumber Company spurs leave the main line to
the north and south. McCoy Siding, located in T1l0s R36e S23, served as
a siding and transshipping point in this area.

Once it enters the Burnt River Valley, the railway pursues a
straight course to Whitney, a community built in the center of the
valley in 1901. The town is largely abandoned now, but many of the
original buildings are standing, including the Oregon Lumber Comapny
mill south of town. The Nibley Hilgard Lumber Company mill burned in
1915. sSidings and a wye at Whitney provided railroad marshaling
services, In T10s R36e S29, the railway leaves the valley and begins
the ascent to Tipton.

The 800' of elevation separating Whitney and Tipton is gained in
less than six miles, making the ascent rather steep. Features include
the siding at Carroll, in T10s R36e S31, and a watertank in T10s R35
1/2e S36. Spurs in this area leave the main line to the south at
Carroll and to the north at Patrick Meadow. Another spur ran east from
the NE 1/4 of T10x R35 1/2e S 35.

This scenic and well-preserved portion of the railway continues
west from Tipton to the town and mill site of Austin. Leaving Tipton
to descend into the valley of the Middle Fork of the John Day River,
the railway loses 900' of altitude in little more than 8 miles. The
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resulting rate of descent required the construction of two horseshoe
bends at the upper end of the Crawford Creek drainage. These curves
required deep cuts and extensive fills to keep the grade manageable for
main line locomotives.

From the mixed coniferous forest at Tipton, the railway passes
into ponderosa pine stands near White Pine. This is the site of a
station, wye, and a logging spur used by the Baker White Pine Lumber
Company to serve its "Camp 2" operations in the nearby woods. This
firm was active in the 1920's, operating two logging railroads to
supply its mill in Baker. Near White Pine station is the original
White Pine mill site.

One and a half miles west of White Pine, the railway leaves the
timber entirely and enters Taylor's Flat. West of that, the railway
traverses another timbered section and then enters the grassy valley of
the Middle Fork.

Austin was the western terminus of the railway for most of its
history. During the building period, Austin ended the line from 1905
until the extension to Prairie City was completed in 1910. After the
1933 abandonment, Austin (with Bates) again served as a terminus until
the 1946 abandonment. Austin wa<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>